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ABSTRACT OF THE DISCLOSURE 



10 



This invention relates to an improved vehicle stopping 
control apparatus operative to obtain a desired smooth 
and comfortable precise stopping of a vehicle, such as a 
passenger vehicle, in accordance with a predetermined 15 
movement control profile curve. A vehicle acceleration- 
sensitive closed loop control system is provided wherein 
the vehicle is decelerated in accordance with a first pre- 
determined relationship when an interim distance d 0 is 
reached prior to the desired stopped location of the ve- 2 ^ 
hide, and a second predetermined deceleration relation- 
ship is then followed until the vehicle is stopped at the 
desired location d x , A non-linear signal circuit is included . 
within the closed loop control system to improve the 
desired and programmed stop of the vehicle at the de- 25 
sired position. 
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In the programmed control of moving vehicles, such 
as in particular a passenger elevator or a passenger train 
- vehicle, and where the operation , of the vehicle is deter- 
mined by automatic control equipment, it is important 
that the vehicle operate in a predetermined manner as 
required for the safety and the comfort of involved 
property and passengers; One important requirement is 
obtaining a smooth and comfortable vehicle stopping pro- 
file in- accordance with a predetermined stopping posi- 
tion and in accordance with desired deceleration and 
/» minimum time requirements. Further it is desirable to use *° 
tjfir average accuracy and reasonable cost vehicle motion anil 
v position sensing instru ments a nd reaso nable o perationa l 
characteristic and 'colTvehicle brakinf equipm e n t 



SUMMARY OF THE INVENTION 
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In accordance with the present invention there is pro- 
vided vehicle stopping control apparatus operative to 
sense the momentary decelerate of. the vehicle, the 
position of the, vehicle in relat ion ^ i otesired stopp ed 
^positio n ana tne movement velocity of the, vehicle t o 50 
effect a p redetermined stopping profile of high accuracy 
flnfi n^m mum time which does not require unreasonably 
a ccurate vehicle parameter sensin g instruments and is 
capable oi suitaoie control . with the ordinary vehicle 
braking equipment in common usage at the present time. 55 
A -vehicle acceleration closed loop control system is opera- 
tive. ivith the vehicle, su ch that vehicle actua l acceleration 
or deceleration j ia-fed ba"cT ^ rr™r ark *^'th. ,« desired 
vehicle acceleration or deceleratio n. T he desired acce lera- 
tio n or .decele ration is determl n^ in accordance witn the 60 
actual position of -the vehicle in , relation to the predeter- 
mined and , desired, jtop position a nd in accordance with 
tfl B ..actual velocity of the vrN'fl'y A non-linear signal 
responsive . element .is . included in the involved, control 
circuit prior , to the signal comparison circuit for aritici- 65 
pation of probable output signal inaccuracies of the re- 
quired sensing instruments and for compensating the 
effective operation of the control apparatus as required. 



BRIEF DESCRIPTION OF DRAWINGS 

FIGURE 1 is a curve provided to illustrate a typical 
desired vehicle stopping profile to be obtained in accord- 
ance with the teachings of the present invention; 

FIG. 2 is a curve provided to illustrate the desired sub- 
stantially constant deceleration vehicle operation obtain- 
able with the present control apparatus; 

FIG. 3 is a diagrammatic showing of one form of the 
present control apparatus; 

FIG. 4 illustrates the operating characteristic of the 
provided non-linear circuit device; 

FIG. 5 is a schematic showing of the non-linear cir- 
cuit device; 

FIG. 6 is one suitable form of the vehicle accelera- 
tion sensing device; and 

FIG. 7 is illustrative of another suitable form of the 
vehicle acceleration sensing device. 

DESCRIPTION OF PREFERRED EMBODIMENT 

In FIG. 1 there is shown ^jgurve plot of vehicle_K eloc- 
itil mj ^tion ^jD^moye men the 
d ralreU"fl&c eTera^^ to obtain a sto pping of the 

ve lncient location ine location d«is a virtual stopping 
point positioned a known distance short of the final de- 
sired stopping point d x . 

In FIG. 2 there is shown a curve to illustrate the de- 
sired substantially constant deceleration vehicle operation 
obtainable in accordance with the teachings of the pres- 
ent invention and illustrating the change of deceleration 
at time T 0 corresponding to the vehicle location at T 0 
shown in FIG. 1. This velocity change illustrates the 
flare-out provided in the control profile between the loca- 
tions d 0 and d t , shown in FIG. 1, for the purpose of pas- 
senger comfort and to limit jerk operation of the vehicle. 

In FIG. 3 there is shown diagrammatically one form 
of the present control apparatus including _a computer 10 \ 
responsive tcua .s ignal frfl p*a yrhifflft mnyg nyM^ Stan ce ) 
pulse counter U in accordance with the actual travel \ 
di stance of the* enicle and t6 b e compared byj fee com- / 
pul grJ»Uh' rBe"^rred-^teppw Tg Ide ation or desi red travel / 
distance and a signal noiu a lailiuuTeter device 14 opera- 
tive* with the vehicle 16 and providing an output signal 
in accordance with the movement velocity of the vehicle 
16. The computer 1Q j n a ccordance with the travel dis- - ] 
tance sign al from tne counter 12 a nd the velocit y sifmal I 
iro m tne - tac ho meter 14 provides a reference or desired 1 
pectilei'Ullui i aignal to a signal comparison circurTTlB .. , 
connected between me computer 10 and the signal com- 
parison circuit 18 is a non-linear circuit 20, which will 
be later described, or a switch 21 can be closed to bypass 
the non-linear circuit 20. The operation of the signal com- 
parison circuit 18 is such that a reference deceleratio n 
si fl"irt " go p pared to the actual deceleration si gnal from 
an accelejometer 22 operative with JJ te-Kehicle 16 for 
providing an accefer alifl n_etror sipn al to a signal limit 
and motor control device. 24, w hich , onen >ti W a „ a cTgT 
ri al aiUpllh er circuit and proy^ es a limited i" al Hfj p"tp»» 
si gnal to control tne jerk condition of the vehicle snr.h 
that the bomion 01 passengers riding in the vehicle 16 is 
thereby assured. 

In FIG. 4 there is shown the operating characteristic 
of a typical non-linear circuit 20 and operative such that 
the reference . dece leration /s i gnal from the computer 10 
passes through the non-linear circuit 20 as follows. For a 
re ference deceleration desired that is smaller ■u tmagnTtuTie"^ 
than there is provided by the circuit an ontputof 
factual deceleration. As the reference signal from the 
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compu ter becomes greater in magnitude, the cir cuit calls 
/ ifenmJre deceleration at a greater ratejofc^angethan the 

rars&ch that there is 



ra to~"b*r0fa3nge' 

provided, at BTeference of — 1, an actual deceleration of 
— 1. The other words, and as shown by the curve of FIG. 
4, at a reference deceleration of ~Vi an output of 0 
deceleration is called for by the non-linear circuit 20; as 
the reference deceleration goes from — Vx to —1, the 
actual deceleration provided changes from 0 to —1 to 
provide a gain of 2 in the region around the desired 
operating point of —1. This gain could be changed if 
desirable by making the selected breakpoint — % for ex- 
ample; then as the reference deceleration called for by 
the computer goes from — 34 to —1 the circuit would 
provide an actual deceleration of 0 to —1 to give an 
effective gain of 4 in this region; the same operation would 
hold true for the opposite side of the curve beyond — 1. 
In this way the desired operating point is chosen to be 
— 1 where the input and output are equal, and circuit 20 
operates as a selective gain circuit to select the desired 
gain around that point with the gain below —Vi and 
above — \Vi to be zero as shown in FIG. 4. 

If the non-linear circuit 20 shown in FIG. 3 is removed 
by closing switch 21, a gain of unity is provided around 
the operating point and no break points are present, 
such that when the reference deceleration called for by 
the computer 10 goes from 0 toward —1 and then toward 
—2, the actual deceleration provided to the comparison 
circuit 18 follows in the same manner from 0 toward —1 
and then toward —2 without modification. 

The operating characteristics shown in FIG. 4 will be 
explained in greater detail in reference to the circuit 
shown in FIG. 5. 

In FIG. 5 there is provided a schematic showing of one 
well known form of a suitable non-linear circuit 20. The 
amplifier 30 includes a feedback resistor 32 and a feed- 
back Zener diode device 34 poled as shown in FIG. 5. A 
first input resistor 36 is connected to a negative voltage 
source, for example —10 volts. A second input resistor 
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3. The computer 10 calculates the reference control signal 
in accordance with the following expression: 

K t>* 

Deceleration signal = 2(rf— rf 0 ) 

which expression provides a reference acceleration or de- 
celeration signal as may be required to stop the vehicle 
at position d 0 at a constant deceleration as shown in FIG. 
2, with the value of the constant deceleration being de- 
termined by the predetermined constant K as limited by 
passenger comfort, w here dt> is a virtual stopping, point 
po sitioned a l ittle short"" n)f fr* ttnfl1 desired popping 
lo caTion dfaT^tB sxfftLl SyiG. I. At a positional location 
which is snort of position dl by an amount of 3 (do— d{) 
the calculation by the computer 10 is changed to refer- 
ence deceleration equals: 

Deceleration signal = 3^j~^) 

which is the required expression to stop at constant jerk 
and with the value of this constant jerk being limited by 
passenger comfort and determined by the magnitude of 
the distance (d 9 —di) and operative such that the larger 
this distance then the lower the value of the vehicle jerk. 
2g The computer 10 may comprise either an analog com- 
puter or a digital computer and it in fact provides a very 
simple function to obtain. In order to insure passenger 
comfort, a jerk limit circuit is included within the signal 
limit and motor control device 24, with the value of 
same being said to give good passenger comfort but some 
15% to 25% faster than that called for in the final stop- 
ping profile flare-out, to insure that the flare-out is con- 
trolled by the computation and not by the provided jerk 
limit circuit. 

The non-linear circuit 20 shown in FIG. 3 has been 
connected between the computer 10 and the signal com- 
parison element 18 of the control loop for the purpose of 
significantly reducing the required accuracy of the 
tachometer and accelerometer instrumentation and to re- 
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38 receives the output signal from the computer 10. The 40 due* the required accuracy of the computation It should 
. i-.i a<? <r„ i:« :S* ™ ;» be here noted that the vehicle motion sensing tachometer 



output terminal 40 of the non-linear circuit 20 is con* 
nected to the signal comparison device 18. The amplifier 
30 includes a connection to a positive power supply. This 
circuit is operative, as well known to persons skilled in 



may be effected by wheel slippage and further the brak- 
ing characteristics of typical vehicle brakes such as air- 
brakes are not linear in operation. Additionally a tachom- 



*i. .U ♦« S tT. on,™ onai c W^ri««T^own « eter device characteristically loses its accuracy at low 
this art, to provide the operational characteristic shown 45 > * m :i m „ r 



in FIG. 4. 

In FIG. 6 there is shown one form of a vehicle accele- 
ration sensing device comprising a mass SO supported by 
a spring 52 such that as the vehicle 16 accelerates to the 
left as shown in FIG. 6 the mass SO will lag in its move- 
ment relative to the resistor 54 attached to the vehicle 
such that there will be supplied an output signal from 
the terminals 56, 58. In accordance with the accelera- 
tion of the vehicle 16 to the left, the same is true if the 



eo 



speeds and may have an error as great as one mile per 
hour at a vehicle velocity of one mile per hour, while 
the accelerometer loses its accuracy at higher vehicle 
speeds. The non-linear circuit 20 is operative to adjust 
both zero and scale error for the accelerometer 22 and 
adjust for scale error for the tachometer device 14. The 
non-linearity circuit 20 makes the predetermined and 
programmed stop of the vehicle feasible because other- 
wise there would be overrunning of the vehicle position 



- .„ • i,, rp. mo ,_ e n «,;ii iorr k<i due to these inherent errors of the vehicle movement 

vehicle 16 accelerates to the right. The mass 50 will lag oj . . . ^ . o T . . . , , - ... 
• .-. ♦ «t.- -.•-!.* t*. — ~t «■.. sensing instruments. It is intended in accordance with the 



in its movement to the right as a function of the accelera- 
tion of the vehicle 16 to provide a corresponding output 
signal from the terminals 56 and 58. 

In FIG. 7 there is shown another form of vehicle ac- 
celeration sensing device which comprises a mass 60 
pivotally supported by an arm 62 about a pivot point 64 at- 
tached to the vehicle such that as the vehicle accelerates 
to the left or to the right, the mass 60 will be influenced 
in a manner to lag the movement of the vehicle and there- 
by provide an output signal through the terminals 66 and 
68; 

In accordance with the teachings of the present inven- 
tion to obtain a smooth and comfortable stopping profile 
for a passenger vehicle, said profile having high accuracy 
and minimum time characteristics and which do not re- 
quire the use of unusually accurate instruments or pre- 
cisely adjusted braking characteristics, an acceleration 
loop control . system has been provided to control the 



60 



sensing i 

operation of the present invention that for the final 300 
feet or so, as a typical example, of vehicle movement 
prior to arriving at the desired location d t , the computer 
10 will be operative to check the acceleration control 
error in accordance with the teachings of the present 
invention. 

More specifically if the computer 10 when it senses 
the actual movement distance of the vehicle relative to ' 
65 the desired stopping distance d x senses the actual xelggjty 
of ■ the_yphiclfl -ft reference deceleration wi ll be com- 
n uted which for example m ay be —1 miie/hour/sec. 
With the switch 21 open as shown in FIG. 3, the non- 
linear circuit 20 will be operative such that an output 
desired or reference deceleration signal of — 1 mile/hour/ 
sec. will be provided to the signal comparison device 18 
and will cause the vehicle, due to the high gain amplifier 
characteristics of the signal limit and motor control de- 
vice 24, to decelerate until the output signal from the 
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passenger vehicle which control system is shown in FIG. 75 accelerometer 22 is —1 mile/hour/sec. However, due to 
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instrument error on the part of the accelerometer 22 the 
actual speed of the vehicle may at this time be —0.9 
mile per hour per second such that the vehicle is not in 
fact decelerating at one mile per hour per second as 
desired. Therefore as shown at X in FIG. 1 Jhfijelpcity 
vs. distance plot will deviate from the desired profile. 
This will "caus e tneco mrmfer, flOEr* "^"^st an increase in 
dece leration for exam ple, —1.1 mile per hour pWvX- 
ond. As shown in FIGT4, when the computer 10 supplies 
a reference deceleration signal of —1.1 mile per hour to 
the non-linear' circuit 20, the output of the non-linear 
circuit 20 is — 1-2 mile per hour per second, which the n 
ca uses the . vehicle to fifing'" ;tg ^p crJeration suc h that 
the accelerometer ~22 provides an output signal of —1.1 
mile per hour per second deceleration to the signal com- 
parison circuit to provide a proper error signal from the 
signal comparison circuit 18 to maintain the desired actual 
deceleration. 

On the other hand, if the circumstances should be such 



the computer sets a desired reference deceleration of 

— 1.1 miles per second, the non-linear circuit 20 changes 
this to a reference deceleration of —1.3. The complete 
system including the train gives a deceleration of 

5 — 1.3 X- 80 or —1.04; since this is still not enough, the 
computer requests more deceleration which is scaled up 
even higher by the non-linear circuit 20. When the com- 
puter finally asks for a deceleration of —1.14, the non- 
linear circuit converts this to a reference deceleration 

l 0 of about —1.42. The complete system including the train 
achieves an actual deceleration of about —1.42x0.80 or 

— 1.136 which is very close to the desired deceleration of 
—1.14 requested by the computer. The control system is 
seen to then stabilize somewhere very near to this level 

15 of operation. At this deceleration level then the vehicle 
will hold following the desired profile for this demanded 
deceleration. 

From the descriptions of the last four paragraphs, it 
will be appreciated that non-linear circuit 20 provides a 



— _ - L vu luc uuici iiouu, u uic ui turn* unites »uuuiu uc »uuj wiu ue apprcuaica uiai nun-uncar vutun *u pruviucs a 
""mat the computer calculates a reference deceleration of 20 modified profile signal haying the quality to reduce devia- 
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—0.9 mile per hour per second and supplies this signal 
to the input of the non-linear circuit 20, as shown in 
FIG. 4 the output of the non-linear circuit 20 will be 
—0.7 mile per hour per second deceleration which is 
supplied to the. signal comparison circuit 18. This will 
cause the signal limit and motor control device to de- 
crease the movement of the vehicle 16 such that an actual 
deceleration of —0.9 mile per hour per second will be 
reached, at which time the accelerometer will provide a 
signal of —0.8 mile per hour per second to the signal 
comparison circuit which will provide a proper error sig- 
nal to maintain the desired deceleration. In a similar man- 
ner, instrument errors in the operation of the tachometer 
device 14 and the distance pulse counter 12 and asso- 
ciated circuitry and apparatus are compensated for by 35 
the non-linear characteristic of the non-linear circuit 20. 

Without the non-linear circuit 20, as effected as the 
switch 21 is closed, suppose that a scaling error exists 
in the accelerometer 22 such that the output is reading 
high and for a reading of — 1 mile per hour per second, the 40 
actual acceleration is only —0.9 mile per hour per sec- 
ond, then as the vehicle 16 nears the stopping point it is 
continuously decelerating at too low a rate, and the ref- 



tion of the actual stopping operation from the desired 
profile, albeit the deviation arises as the result of a variety 
of different causes. 

When the vehicle reaches a location short of the vir- 
tual stopping point d 0 by an amount of three times the 
quantity (<4 0 ~^i) the computer changes its calculations 
and the non-linearity circuit 20 is cut out by the com- 
puter being effective to close the switch 21. Because the 
vehicle is now very close to the stop point d\ and mov- 
ing in a very narrow range of velocity and acceleration, 
possible errors in the final stop point are small and the 
computer 10 will satisfactorily bring the vehicle to a stop 
at substantially the location d x . It can be shown that the 
non-linear circuit corrects for zero and scale errors of 
the accelerometer and scale errors of the tachometer, in- 
strument errors of the computation and errors caused by 
the finite and variable gain of the braking components. 
The computer is programmed in accordance with the 
final stopping position d u the virtual stopping point 4j 
and the predetermined and known braking characteristic 
and passenger comfort constant K. 

The actual position of the vehicle in relation to a de- 
sired stopping location, such as a station platform, can 
be monitored for a predetermined distance such as the 



erehce deceleration is continuously rising in an attempt 

by the computer 10 to correct this positional error which 4Si last 300 feet of travel prior to arriving at this desired 

; c r , , c; — * — 1 * - stopping location by a position signal providing apparatus 

including a pair of transmission cables laid between the 
track rails for this predetermined distance out from the 
station platform. This pair of cable is provided with physi- 
cal crossovers at regular intervals such . as every 12 
inches, to provide position control signals in cooperation 
with a pair of train vehicle carried antennas spaced 6 
indies apart to enable a measurement in this way of train 
vehicle position and the train vehicle velocity in relation 
previously. At an early stage , in the stopping profile, an 56 to the station platform and the desired stopping location, 
acceleration of —1 mile per hour per second is de- The present invention has been described with a cer- 



! is now accumulating. Siy* th P r e is a y^ling error in | hft 
accelerometer and a finite gain in the braking control 
l oop however, the vehicle is never decelerat ing at the 
re ference rate and inevitably the fr rakin p capabi lity is 
fin ally exceeded and the vehicle will overshoot. When the 59 
switch 21 is open to include the non-linear circuit 20, 
assume that a constant deceleration of —1 mile per hour 
per second is the reference deceleration, but the same 
scaling error exists in the accelerometer 22 as set forth 



manded, but the vehicle actually decelerates at something 
less than that for example, —0.8 mile per hour per sec- 
ond, because of the scaling error of the accelerometer and 
also because of the finite gain of the braking loop. At a qq 
point somewhat closer to the aiming point because of 
this lower deceleration in the early part of the profile, the 
computer 10 demands a higher deceleration for; example, 
— 1.1 miles per hour per . second and the operation of 
the non-iiriear circuit 20 . modifies, this computed demand 05 
to . a higher value in order of —1.3 miles per hour per 
second and the actual deceleration is now about —1.04 
miles per hour per second. 

This can be explained by assuming that because of 
errors the overall control, system, including the train as 70 
an element and the instruments, will achieve about 80% 
of the deceleration requested. Therefore, without the 
non-linear circuit 20, when the computer requests a refer- 
ence deceleration of —1, the actual achieved deceleration 
would be about —0.8. To overcome this operation, when 75 



present 

tain degree of particularity, however, it should be under- 
stood that various modifications and changes can be made 
in the arrangement and operation of the individual parts 
without departing from the scope and the. spirit of the 
present invention. 

I claim as my invention: 

1. In apparatus for stopping a vehicle in accordance 
with a desired substantially constant deceleration profile, 
said : apparatus being operatively associated with first 
means to sense actual position of said vehicle in relation 
to a desired stopping location for the vehicle, and opera- 
tively associated with second means to sense actual veloc- 
ity of the vehicle,, the combination of: 
calculating means operative to derive a profile refer- 
ence signal calling for said desired constant decelera- 
. tion, said signal derived in accordance with a pre- 
determined calculation involving such actual position 
of said vehicle and said actual velocity of said 
vehicle, 
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a selective gain circuit operative to translate said profile 
reference signal to a modified profile reference signal 
having a desired quality effective to reduce deviation 
of actual vehicle operation from said desired decelera- 
tion profile, and 5 

vehicle acceleration control means operative to control 
vehicle deceleration in response to said modified pro- 
file reference signal. 

2. Apparatus in accordance with claim 1, wherein; 

said selective gain circuit has a deceleration signal tran- jq 
slation curve having a desired curve operating point 
equal to the desired deceleration, said curve being 
operative to translate an input signal at said point 
with unity gain and being operative to translate an 
input signal deviating from said point with amplifica- 15 
tion of the magnitude of deviation. 

3. Apparatus in accordance with claim 1, wherein; 
said predetermined calculation is based upon the gen- 
eral formula 

deceleration=v 2 /2rf 20 

where v is vehicle velocity and d is the distance-to-go to 
a nominal stopping location. 

4. Apparatus in accordance with claim 1 wherein; 

said selective gain circuit has a deceleration signal trans- 25 
lation curve having a desired curve operating point 
equal to the desired deceleration and having a first 
region including said point and extending to one and 
the other side of the point which is operative to pro- 
vide a predetermined effective gain and having sec- 30 
ond and third regions to one and the other sides of 
the first region which are operative to provide lower 
effective gains. 

5. Apparatus in accordance with claim 4, wherein; 

said translation curve further has a region below a pre- 35 
determined deceleration limit which is operative to 
provide zero output. 

6. Apparatus in accordance with claim 1 in which said 
apparatus is further operatively associated with a third 
sensing means to sense actual deceleration of the vehicle, 40 
and wherein said vehicle acceleration control means in- 
cludes: 

means for deriving an acceleration error signal in ac- 
cordance with the difference between the decelera- 
tion called for by the modified profile reference sig- 45 
nal and the actual vehicle deceleration, and 

means for controlling vehicle operation to reduce the 
acceleration error signal to zero. 

7. In control apparatus for stopping a vehicle at a 
desired stopping location in accordance with a desired 50 
deceleration profile, said apparatus operatively associated 
with position sensing means for providing a position signal 
representative of actual vehicle position relative to said 
desired stopping location for that vehicle, and operatively 
associated with velocity sensing means for providing a 55 
velocity signal representative of actual vehicle velocity, the 
combination of: 

signal means operative to derive from said position and 
velocity signals a profile reference signal calling for 
said desired deceleration profile, 60 

selective gain means operative to translate said profile 
reference signal to a modified profile reference signal 
having a desired quality effective to reduce deviation 
of actual vehicle operation from said desired de- 
celeration profile, and 65 

vehicle acceleration control means operative to control . 
vehicle deceleration in response to said modified pro- 
file reference signal. 

8. Apparatus in accordance with claim 7 in which said 
desired control profile is a desired substantially constant 70 
deceleration, and wherein; 

- said profile reference signal calls for said desired de- 
celeration, and 
said selective gain means has a deceleration signal trans- 
lation curve having a desired operating point equal 75 
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to the desired deceleration, said curve being opera- 
tive to translate an input signal at said point with 
unity gain and being opertaive to translate an input 
signal deviating from said point with amplification 
of the magnitude of deviation. 

9. In apparatus for stopping a vehicle in accordance 
with a desired change of movement profile, said apparatus 
being operatively associated with first means to sense ac- 
tual position of said vehicle in relation to a desired stop- 
ping location for the vehicle, and operatively associated 
with second means to sense actual movement of the ve- 
hicle, the combination of: 

calculating means operative to derive a profile reference 
signal calling for said desired change of movement 
profile, said signal derived in accordance with a pre- 
determined calculation involving such actual position 
of said vehicle and actual movement of said vehicle, 

a selective gain circuit operative to translate said profile 
reference signal to a modified profile reference signal 
having a desired quality effective to reduce deviation 
of actual vehicle operation from said desired change 
of movement profile, and 

vehicle movement control means operative to control 
change of movement of the vehicle in response to 
said modified profile reference signal. 

10. In apparatus for stopping a vehicle at a desired 
stopping location in accordance with a desired decelera- 
tion profile which includes an initial portion having a 
desired substantially constant vehicle deceleration profile 
and a remaining portion having a desired decreasing de- 
celeration profile, said apparatus operatively associated 
with means for sensing position of said vehicle in relation 
to said desired stopping location, the combination com- 
prising: 

vehicle acceleration control means operative to control 
vehicle deceleration in response to a deceleration 
reference signal, 

deceleration programming means having first and sec- 
ond operations performed in operation intervals de- 
fined by predetermined relations to such position of 
the vehicle, 

said first operation being to provide to said vehicle ac- 
celeration control means a first profile reference 
signal calling for said desired deceleration during an 
initial predetermined distance of vehicle travel prior 
to arrival at said stopping location, and 

said second operation being to provide to said vehicle 
acceleration control means a second profile reference 
signal calling for said desired decreasing decelera- 
tion profile during the remaining predetermined dis- 
tance of travel prior to arrival at said stopping loca- 
tion. 

11. Apparatus in accordance with claim 10 in which 
said apparatus is further operatively associated with means 
for sensing velocity of the vehicle, and wherein: 

said programming means is a calculating means opera- 
tive to derive the first and second profile signal in 
accordance with first and second predetermined cal- 
culations each involving such position of the vehicle 
and said velocity of the vehicle. 

12. Apparatus in accordance with claim 10, and; 

a selective gain circuit operative to modify said first 
profile reference signal to reduce deviation of actual 
vehicle operation from said desired substantially con- 
stant deceleration profile, 

said deceleration programming means further having 
a third operation to apply the first profile reference 
signal to the vehicle acceleration control means 
through said selective gain circuit during a predeter- 
mined interval of said initial predetermined distance 
of vehicle travel. 

13. Apparatus in accordance with claim 12, wherein: 
said selective gain circuit has a deceleration signal trans- 
lation curve having a desired curve operating point 
equal to the desired deceleration, said curve being 
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operative to translate an input signal at said point 
with unity gain and being operative to translate an 
input signal deviating from said point with amplifica- 
tion of the magnitude of deviation. 
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